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1. INTRODUCTION 

1.1. Background  

Amendment C106 to the Mitchell Planning Scheme proposes to implement the Beveridge North West 

Precinct Structure Plan. The Victorian Planning Authority (VPA) prepared and exhibited documentation from 

5 September until 7th of October 2019 with a number of submissions received relating to transport. 

The transport planning for the Framework Plan was underpinned by the Strategic Transport Modelling 

Assessment Report in December 2018 that relied upon transport modelling of the PSP and Melbourne’s 

Northern Growth Corridor (NGC).   

I have been instructed by Harwood Andrews Lawyers in June 2020 to confirm that the Strategic Transport 

Modelling Report is still relevant and to prepare and provide an expert evidence in response to the key traffic 

and transport issues of relevance for the Amendment.   

In preparing this report, I have relied upon information prepared by the VPA and previous reports prepared by 

my office. This report is an independent traffic and transport evidence report.  

1.2. Expert Witness Details 

Reece Humphreys BE (Civil) 

Director – GTA Consultants  

L25, 55 Collins Street, Melbourne 

Areas of Expertise: Traffic Engineering & Transport Planning 

I have a Bachelor of Engineering degree and almost two decades’ experience spanning transport planning, 

transport modelling, transport engineering, traffic engineering, land use development and strategic 

assessments. This experience covers a mixture of assignments ranging from traffic and transport modelling 

on large-scale projects in Melbourne and Sydney to transport planning, engineering analysis, and advice on 

projects across Australia.  

I have completed several projects for the Department of Transport (Vic), VPA, the NSW Roads and Maritime 

Services (RMS) and a number of local Government agencies that include a series of large regional transport 

models, strategic corridor planning, congested corridor management and transport corridor planning. I have 

provided expert evidence for both Government and private clients, as well as on several high-profile transport 

corridor and growth area panels. I also play an active role in industry organisations; I am the President of the 

AITPM Victoria Committee and am an inaugural member of the National Council of Transport Modellers 

Network.  

Further details of my experience are provided in Appendix A. 

1.3. Relationship to Applicant 

I have been retained to provide expert witness services at this hearing for a mutually agreed fee. GTA have 

previously provided advice to the VPA for Beveridge North West (BNW) in 2014 and again in 2018 and 

prepared the Strategic Transport Modelling Assessment report that informed preparation of the Precinct 

Structure Plan (PSP). 
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1.4. Instructions & Scope of Report 

I have been engaged to prepare and present expert traffic and transport evidence as part of the Panel 

Hearing to consider the Amendment.  Prior to preparing this evidence I was briefed by the VPA and Harwood 

Andrews regarding the proposal via both verbal and written instructions. 

In undertaking an assessment of documents and background materials, I have been asked to prepare an 

expert witness statement which: 

 Reviews and summarise the previous transport modelling completed for the PSP, prior to and after 

exhibition of Amendment C106.  

 Explains the differences between the modelling that has been completed in the Northern Growth 

Corridor. 

 Comments on the need for two four lane north south arterial roads through the PSP. 

 Determines if the alignment of arterial RD04 is too direct in severing the southern town centre. 

 Determines if the alignment of the two north-south arterial roads is appropriate.  

 Provides an opinion on whether or not the design speed for the western arterial (RD-03) should be 60 or 

80 km/hr. 

 Assess if the PSP appropriately designs for east west connectivity and whether or not a connection over 

Hume to the PSP is warranted. 

 Provides an opinion on the lot cap of 1,100 dwellings that currently applies to the Lockerbie North and 

Beveridge Central PSP’s and if it should be included in the PSP 

 Reviews, acknowledges and provides a response to the traffic and transport submissions to the 

Amendment that concern the above matters. 

As part of my review, GTA have undertaken additional strategic modelling of the PSP which has been 

documented within this report, and a comprehensive review of the Movement and Access particulars within 

the exhibited PSP documentation.   

1.5. References 

In preparing this evidence, reference has been made to the following: 

• The Mitchell Shire Planning Scheme 

• Advertised material, relevant submissions and background reports associated with Amendments C106 

to the Mitchell Planning Scheme 

• GTA Consultants, Strategic Transport Modelling Report, dated 10 December 2018 (V135240) 

• GTA Consultants, Traffic Modelling for PSP 1059 BNW (GTA Report Reference: 14M2340000) 

• The Victorian Integrated Transport Model (VITM) 2016V2 

• The VITM Northern Growth Corridor Model 2012 

• The Growth Corridor Plan prepared by the VPA (then MPA) in 2012 

• various technical data as referenced in this report 
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1.6. Tests, Experiments & Assistance 

In preparing this evidence, I received assistance from the following people: 

Renuka Janga Senior Modeller BE  M. Tech 

Matthew Raisbeck Associate BIS Bus  
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2. BEVERIDGE NORTH WEST 

PSP 

2.1. The Amendment  

In October 2019 Mitchell Shire Council supported the adoption of Amendment C106. The amendment 

proposes to implement the Beveridge North West (BNW) Precinct Structure Plan (PSP) by introducing a new 

Schedule 3 to the Urban Growth Zone in the Mitchell Planning Scheme (the Scheme) and applying it to the 

precinct. 

There are a number of clauses that the amendment proposes changes to the Mitchell Planning Scheme that 

primarily relate to specific planning matters.   

My brief focuses specifically on the BNW PSP and its adoption within the Planning Scheme. 

2.2. Beveridge North West PSP 

2.2.1. The Northern Growth Corridor 

The BNW PSP is located within the Northern Growth Corridor (NGC). The NGC creates new town centres 

and employment areas that contribute to the ongoing diversification and growth of the northern region’s 

economy. Activity centres and employment areas in the NGC are in alignment with Plan Melbourne’s goals of 

creating 20-minute neighbourhoods for Melburnians.  

The Growth Corridor Plans prepared by the VPA (formerly Metropolitan Planning Authority) are carefully 

thought out integrated land use and transport plans that provide strategic justification for Melbourne’s growth 

corridors.  The transport network within the NGC is depicted with two separate north south arterials 

connecting through the BNW PSP to the broader network.    

The location of BNW within the context of the NGC is provided in Figure 2.1. 
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Figure 2.1: BNW (shaded) within the 2012 Northern Growth Corridor Plan 

 

The NGC was updated to show the impact of logical inclusions and the extension of the road network which 

was undertaken as part of the Urban Growth Zone (UGZ) extension.  A plan showing regional context of the 

BNW in the updated NGC has not yet been gazetted, however the regional context plan (Plan 1) of the 

Beveridge Central PSP does show an updated regional context as reproduced in Figure 2.2. 
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Figure 2.2: BNW (shaded) within the Beveridge Central PSP Context Plan 

 

A key feature of the updated Northern Growth Corridor Plan in the PSP is the identification of the Principle 

Public Transport Network (PPTN) being extended along Patterson Road to Wallan and Wallan station.  

2.2.2. The PSP 

Beveridge North West (BNW) PSP is located approximately 40km north of the Melbourne CBD and covers an 

area of 1,279 hectares. The precinct is bounded by the Hume Freeway to the east, Camerons Lane to the 

south, Old Sydney Road to the west and Hadfield Road to the north.  

The Future Urban Structure as exhibited in Plan 3 of the PSP documentation is reproduced in Figure 2.3. 
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Figure 2.3: Beveridge North West PSP Urban Structure. 

 

The PSP is expected to deliver approximately 16,200 dwellings for a population of around 46,000 residents, 

four local town centres, five primary schools and two secondary schools. 

Access to the PSP is provided by five connections (two primary arterials) to Camerons Lane in the south and 

two primary arterials to Hadfield Road in the north.  There are three connectors intersecting with Old Sydney 

Road to the west and no connections are provided across the Hume Freeway to the east.  Further discussion 

on the connections to the east is provided in Section 3 and Section 4 of this report.  

2.2.3. Proposed Internal Road Network 

The internal road network for BNW is underpinned by a grid network of arterial, connector and connector 

boulevard road types that provide internal connectivity to local town centres as broader connections with the 

external arterial network.  When constructed, the network will include the following: 

• A proposed Western North-South (WNS) arterial road travelling in a north south direction through the 

PSP generally 1.6 kilometres west of Patterson Road and 1.6 kilometres east of Old Sydney Road.   

• Patterson Road which is an arterial road that is located between the Hume Freeway and the WNS 

arterial road that travels through the PSP between Camerons Lane and Hadfield Road.  This road will 

deliver the Principle Public Transport Network (PPTN) through the PSP. 

• One new north-south local connector between Old Sydney Road and the WNS arterial road.  

• One new north-south local connector between the WNS arterial road and Patterson Road  

• One new north south local connector between Patterson Road and the Hume Freeway. 

• A series of three new east-west local connectors located north of Camerons Lane connecting the 

communities and precincts within BNW. 

The network will be supported by a series of local streets that will connect the future residents to the 

connector and arterial road network. 
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2.2.4. Anticipated Travel Patterns for BNW 

The 2016 Journey to Work for the Mitchell Shire Council indicates that 48.9% of workers that live in Mitchell 

work outside of the municipality.  A further interrogation of this information indicates that 92% of workers 

travel to LGA’s located south of the Mitchell municipal area for their place of work.  

These travel patterns are likely to continue into the future with new major destinations planned to be 

developed in the NGC including: 

• Beveridge Town Centre located in the Beveridge South West PSP 

• Merrifield City Centre and Merrifield North Major Employment Precinct 

• Cloverton Metropolitan Activity Centre (formerly Lockerbie) on the Wallan railway line 

• Beveridge Intermodal Freight Terminal (BIFT) 

• Melbourne Airport, Broadmeadows and Epping Activity and Employment Centres. 

In this regard, it is expected that there will be a strong north south travel demand from Mitchell and BNW to 

the south.  There is likely to be a demand for employment to and from the BIFT, however the quantum will 

depend on the nature of use at the employment precinct.   
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3. STRATEGIC TRANSPORT 

MODELLING 

3.1. What is Strategic Transport Modelling? 

Strategic transport modelling uses future population, employment and land use data projections to model the 

impact of changes to land use and road and public transport networks.  The Victorian Integrated Transport 

Model (VITM) is developed by the Department of Transport (DoT) to assist in the planning of road and public 

transport infrastructure and contains all major freeways, main arterials and connector roads within the 

Melbourne Statistical Division. 

The model is a link-based traffic model that uses a range of metrics to determine how traffic is assigned to the 

model (mainly these are cost and time).  In assigning traffic to the network, the model uses the capacity and 

speed of the links to assign the shortest and quickest route for tips based on the link capacities. It is not 

uncommon in strategic models that the capacity of the route be exceeded, in these cases the travel time for 

the link becomes so congested that alternate paths (or routes) are calculated and determined.   

3.2. What has been modelled in the past 

The Northern Growth Corridor (NGC) Model was developed in 2014 to understand the transport 

infrastructure requirements for the development of the PSP’s.  Input into the development of the model has 

been provided from a range of stakeholders including the VPA, Hume City Council, Whittlesea City Council 

and VicRoads.  

The version for the NGC model was VITM2012_V120110 GAA NGC which formed the basis for the modelling 

undertaken as part of the assessment of BNW undertaken by GTA in 2014 and 2018 work for the VPA 

(herein referred to as the BNW PSP Model). The modelling was based on the Melbourne Integrated Transport 

Model (MITM) which covered the Melbourne metropolitan statistical area.  The assumptions used in the 

model are outlined in the GTA report dated 10th December 2018. 

In late 2018, the DoT released an updated version of the VITM which has been used for subsequent 

modelling in the NGC.  This model formed the basis of work completed by GTA for Regional Roads Victoria 

(RRV, which is a part of DoT) for the Wallan South PSP and the Northern Highway upgrade project (herein 

referred to as the Northern Highway Model).   

A number of the assumptions that underpin both models are aligned, however there are some that differ.  The 

two key differences between the models is that the Northern Highway Model includes a refined 

(disaggregated) zoning system for the Wallan South PSP and higher population projection for metropolitan 

Melbourne. Figure 3.1 has been prepared to show the difference between the aggregated zone system used 

in the December 2018 report and the disaggregated zone system for Wallan South in the Northern Highway 

model.  
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Figure 3.1: Aggregated and Disaggregated Wallan South Zone Structure  

    

Table 3.1 has been prepared to provide a summary of the key inputs and assumptions that underpin the two 

models, with the key differences between the models in the shaded green cells. 

Table 3.1: BNW and Northern Highway Model Input Comparison  

Model Element BNW PSP Model Northern Highway Model 

Model Version Northern Growth Corridor Version of Melbourne 

Integrated Transport Model (MITM) 

Statewide Victorian Integrated Transport Model 

(VITM) 

Wallan South Zone Structure Aggregated (1 zone) Disaggregated (9 zones) 

Wallan South Road Network NGC Original Refined Network 

External Trips External Matrix determined by DoT VITM Trip Generation Model  

Beveridge NW 

Population 39,200 39,200 

Employment 1,720 1,720 

Enrolments 4,700 4,700 

Wallan South 

Population 15,183 15,183 

Employment 710 1,935 

Enrolments 2,400 2,400 

Metropolitan 

Melbourne 

Population 6.46M 7.39M 

Employment 3.59M 3.98M 

Enrolments 0.86M 1.05M 

Proposed WNS 

Arterial 

No. Lanes 4 (2 lanes in each direction) 4 (2 lanes in each direction) 

Speed 60 km/hr 80 km/hr 

Classification Secondary Arterial Primary Divided 

Patterson Road 

No. Lanes 4 (2 lanes in each direction) 4 (2 lanes in each direction) 

Speed 60 km/hr 60 km/hr 

Classification Secondary Arterial Secondary Arterial 

Due to the differences outlined in Table 3.1, updated modelling for the PSP was investigated. 

BNW PSP Model Northern Highway Model 
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3.3. Updated Traffic Modelling 

Since the completion of the 2018 report prepared by my office, new information has come to light which 

could influence the outcomes of the previous work.  In this regard, the VPA directed GTA to complete 

updated transport modelling that includes the following key updates to the previously completed work: 

 An updated land use yield to align with the 16,286 dwellings and 46,000 residents for the BNW PSP 

 The inclusion of a new primary school in BNW with an additional 450 enrolments and 20 staff 

 Amendments to the connector network in the north west corner of the PSP to align with the exhibited 

Urban Structure (i.e. the removal of a link) 

 Increased employment numbers for BIFT to raise the estimates of likely traffic generation for the site, 

thus testing the broader road capacity, and  

 The ability to test two additional scenarios for network configuration as detailed in this report. 

The updated modelling has been undertaken for 2046 which assumes full development of the PSP and the 

surrounding transport network and PSPs and uses the Northern Highway Model which is a more up to date 

version of VITM. 

3.3.1. Land Use Inputs 

The zone structure for Beveridge North West is unchanged which is shown in Figure 4.6 of the December 

2018 Report.  This includes five zones that provide enrolments, which represents the location of the schools, 

employment that aligns with the local two centres and population distributed across the PSP.  

Table 3.2 provides a summary of the revised land uses used as part of the assessment.  

Table 3.2: BNW PSP Land Use Summary (2046) 

Model 
Population 

(People) 

Household 

(Dwelling) 

Employment 

(No. of Jobs) 

Enrolment 

(No. of Students) 

Northern Highway Model 39,200 14,000 1,750 4,700 

Updated Northern 

Highway Model 
46,000 16,286 1,790 5,150 

Difference 6,800 2,286 20 450 

The increased population and enrolment projections will have an impact on the level of traffic and congestion 

on the road network than shown in the December 2018 report. Given the imbalance between the population 

and employment within the BNW PSP, most work trips generated within the precinct will be required to travel 

outside of the PSP to their places of work. 

3.3.2. Beveridge Intermodal Freight Terminal (BIFT) 

There are two elements that determine the level of traffic that is generated by the BIFT: 

 Heavy vehicle trips generated from the Freight Movement Model (FMM), and  

 Employment land use which would generate car-based trips for employees working in the precinct. 

The FMM is a module located within VITM that represents the existing Melbourne metropolitan freight 

movement task and travel patterns for both the existing and forecast design years.  It has regard for the 

locations and magnitude of freight generators and attractors e.g. ports, intermodal terminals, rail terminals 

etc.  The FMM also has regard for the evolving transport network, population and employment forecasts and 

the nature and amount of freight being carried. 
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An Environment Effects Statement (EES) application has been requested to the Department of Environment, 

Land, Water and Planning (DELWP) to consider whether or not an EES is required.  This assessment is being 

driven by the private sector and is preliminary in nature.  A broad traffic impact assessment for the proposal 

has been exhibited which is very high level and is purely information to assist DELWP with the EES planning.   

The number of employees for the BIFT in this scenario at 2046 is 20,000 which is distributed across several 

transport zones.  Information on the forecast number of jobs in the BIFT precinct is unknown at this stage and 

the final number of jobs will be reliant on further planning and approvals that will determine the type of 

activities at the precinct.  The assumption of 20,000 employees has been used as it will broadly generate a 

level of activity that aligns with the predicted traffic outlined in the supporting documentation for the EES. 

Based on a review of the traffic report for the EES against the forecast number of jobs in the model, I am 

satisfied that this is representative of the likely traffic generated from BIFT. 

3.3.3. Networks 

The updated modelled networks include the following key features: 

• The WNS arterial road and Patterson Road as secondary roads with four lanes (two lanes in each 

direction) and speeds of 60km/hr through the PSP 

• Old Sydney Road as a local road with one lane in each direction and 50km/hr 

• A local road network that depicts the Urban Structure of one lane in each direction and speeds of 

50km/hr for local roads and 60km/hr for collector roads 

• East west connections across the Hume Freeway at Hadfield Road (four lanes) and Camerons Lane 

(four lanes), and  

• A refined and disaggregated Wallan South PSP network. 

The networks used for the updated modelling are shown in Figure 3.2. 

Figure 3.2: Updated Modelled Network  

   

Overall, the updated modelled network provides more lanes, capacity and a refined network for Wallan South 

which will result in a more attractive network for cars and traffic, particularly through the BNW PSP.  

 

Link Class Posted Speed Number of Lanes 
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3.4. Model outputs 

There are a number of metrics that the modelling is able to provide however for this evidence I have focused 

on the daily volumes for the network which are provided in Figure 3.3.  

Figure 3.3: BNW PSP updated model 2046 Daily Volumes 
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The daily volumes on Patterson Road north of Camerons Lane are in the order of 27,640 vehicles per day 

which aligns with a four-lane arterial road.  

Further, I have also reviewed the anticipated daily volumes on the key roads in the strategic modelling report 

which is reproduced in Table 3.3. 

Table 3.3: Updated model summary of ultimate daily volumes on key roads (2046) 

No.  Road Name 

Expected 

Daily Traffic 

Volume 

Proposed 

Classification and No. 

lanes 

Austroads 

Capacity 

Limit (based 

on No. lanes) 

[1] 

Proposed 

Classification 

is Considered 

Appropriate? 

Recommende

d No. Lanes 

(Two Ways) 

1 

Proposed WNS arterial 

road 

(north of Camerons Lane) 

32,720 
Secondary Arterial  

(4 lanes) 
36,000vpd Yes [2]  4 Lanes 

2 
Proposed Patterson Road 

(north of Camerons Lane) 
27,640 

Secondary Arterial  

(4 lanes) 
36,000vpd Yes 4 Lanes 

3 
Camerons Lane 

(West of Hume Highway) 
28,540 

Secondary Arterial  

(4 lanes) 
36,000vpd Yes 4 Lanes 

4 

Hadfield Road 

(West of Northern 

Highway) 

29,300 
Secondary Arterial  

(4 lanes) 
36,000vpd Yes 4 Lanes 

 Capacity limits sourced from Austroads Standards “Guide to Traffic Management – Part 3 Traffic Studies and Analysis” document from 

Table 4.3 as follows: 2-lane road: 18,000vpd, 4–lane road: 36,000vpd, 6-lane road 54,000vpd. 

All of the anticipated volumes exceed the Austroads Capacity limit for one lane in each direction of 18,000 

vehicles per day with the proposed WNS arterial road carrying the highest level of traffic north of Camerons 

Lane.  It is important to note that these thresholds are a guide in assessing the suitability of the road network 

and there are many other factors that address the detail of the layout which are addressed during the 

detailed design and delivery phase of the PSP. 

Overall the volumes on the network are higher than those provided in the GTA report dated 10th December 

2018 which is primarily due to more detail and understanding of the Wallan South PSP, higher population 

projections in BNW PSP and higher population forecasts for broader Melbourne, as outlined in Table 3.1. 

3.5. Scenario tests 

As part of the updated modelling, two scenario tests were undertaken to answer key questions in relation to 

traffic movement.  The scenarios include the following variations to the updated modelled networks: 

 The impact of the WNS should it operate as 80km/hr through the extent of the BNW PSP 

 The impact of an additional crossing of the Hume Freeway into the Beveridge North East PSP between 

Camerons Lane and Hadfield Road, consistent with the NGC Growth Corridor Plan. 

The networks for the two scenarios are shown graphically in Figure 3.4. 
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Figure 3.4: Updated modelled scenario networks (2046) 

    

3.5.1. Scenario results 

In order to understand the impact of the two scenarios, difference plots have been prepared to show the links 

on the network that increase in volumes (shown in red) and those that decrease in volumes (shown in blue).  

The quantum of change is identified by the thickness of the line as well as the annotation on the link.  The 

difference plots are shown in Figure 3.5 (80km/hr speed) and Figure 3.6 (Hume Freeway Link). 

The introduction of the 80km/hr speed limit on the WNS arterial road will increase the attractiveness of the 

road for motorists within the BNW PSP and will reduce volumes on the parallel north south routes of Old 

Sydney Road, Patterson Road, the Northern Highway and the Hume Freeway.  Patterson Road will reduce its 

daily volumes by up to 1,800 vehicles per day and the Hume Freeway by up to 1,000 vehicles per day. 

WNS @ 80km/hr scenario Additional crossing scenario 
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Figure 3.5: 2046 Daily difference plot for 80km/hr on WNS arterial road 
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Figure 3.6: 2046 Daily difference plot for Hume Freeway connection 
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The introduction of the new connection across the Hume Freeway is expected to attract in the order of 7,200 

vehicles per day.  This in turn reduces the daily movement on Hadfield Road in the order of 2,900 vehicles 

per day and Camerons Lane in the order of 2,700 vehicles per day.  Lithgow Street will also experience lower 

volumes in the order of 1,400 vehicles per day. 

The reductions in volumes on Hadfield Road and Camerons Lane will improve the performance of the Hume 

Freeway and Northern Highway interchanges however there are marginal changes for the broader network.   

Further discussion on the implications of the scenario tests is provided in Section 5. 
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4. TRANSPORT NETWORK 

REVIEW 

4.1. Introduction 

There are a number of key policy and best practice planning guidelines which provide guidance on a review 

of transport networks that I have relied upon for an assessment of the BNW network.  Those considered most 

important to any evaluation of the network are discussed in the following sections.    

4.2. Strategic fit of BNW network 

4.2.1. Transport Integration Act 

The Act is Victoria’s main transport statute; it sets out the legislative framework for the various transport and 

land use authorities to work together to achieve a fairer, safer and more environmentally sustainable 

transport system. It enshrines the use of triple bottom line assessments of economic prosperity, social and 

economic inclusion and environmental stability. 

The network within BNW has been designed to allow the intention of The Act with the ability to provide a 

range of transport options for its users.  This is specifically indicated with the walking and cycling networks 

connecting key activity centres, schools, recreation and local town centres that do not rely solely on the 

arterial network.  The network also includes provision for the PPTN on Patterson Road connecting the 

precinct to the Beveridge and Wallan train stations. 

4.2.2. Department of Transport Strategic Plan 

The Department of Transport (DoT) has released its strategic plan which reflects the need to work together 

across roads, public transport, ports and freight and to make journeys simpler, safer and more reliable for 

everyone.  

The Strategic Plan, which includes the vision, role, challenges and focuses, has been released and the key 

components relative to this amendment are reproduced below:  

• Our vision is to meet the aspirations of Victorians for a transport system that is simple, connected, 

accessible, reliable, safe and supports a productive, growing economy. In realising our vision, we apply 

the objectives of the Transport Integration Act, 2010. 

• To operate a safe and inclusive system that is easy to get around no matter when or why people are 

travelling. 

• Design and plan a people focused network for the future that can respond to changing patterns of 

where people work, study and relax. 

• Optimise the system for sustainable and reliable travel making sure roads and public transport are easy 

to use and well kept. 

4.2.3. Growth Corridor Plan 

The Growth Corridor Plans are carefully thought out integrated land use and transport plans that provide 

strategic justification for Melbourne’s growth corridors. The NGC clearly identifies two separate north south 

arterials travelling through the BNW PSP and connecting to the broader network.  Within the PSP the arterial 

roads are designed to be bus capable with cycle and walking connections.  
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The arterial road network provides strong connections into the Wallan South PSP and is an important regional 

connection between Wallan and the OMR.  Patterson Road does not have a connection (interchange) with 

the OMR as it is planned as part of the PPTN and as such the importance of the WNS arterial road to the 

strategic network is heightened.   

With two north south arterial roads the network not only accords with transport planning principles but 

importantly it aligns with the objectives of the PSP to provide safe and efficient movement the Outcome 5 of 

Plan Melbourne which states “Facilitate 20-minute neighbourhoods by providing an integrated transport 

network that supports active and public transport options, movement of goods and connections to jobs”.   

4.2.4. Public transport planning 

I note that the regional context plan for the NGC in the Beveridge Central PSP reflects an extension of the 

urban growth boundary and the inclusion of the PPTN on Patterson Road that connects to Wallan Station and 

Beveridge Station. 

A common challenge with new communities in growth areas is the provision of and the accessibility to public 

transport.  The two north south arterials provide an ability to support a direct public transport network that is 

able to facilitate the movement of people between the key destinations to the south through the PSP to 

Wallan.  In providing two roads the network has the ability for public transport options meaning that residents 

will not be disadvantaged, thus aligning with the objectives of the Transport Integration Act. 

It is important that the corridors are included in the PSP to ensure their delivery.  Safeguarding and protecting 

transport corridors is required as cities are experiencing growth and the pressures of maintaining a 

functioning transport network increases.  This is an issue that is not confined to the growth areas and is 

something that interstate and international cities are addressing by safeguarding land for transport after 

decisions have been made to downgrade.  Once the ability to provide a strong public transport network is 

lost, the ability to restore it becomes more challenging for road authorities and Government. 

The nearest rail corridor is the Wallan rail line which is located east of the Hume Freeway.  As such the east 

west arterial roads will be needed to support the movement of on-road public transport and passenger 

vehicles to railway stations on the Wallan line. Within the Growth Corridor Plan, Lithgow Street is identified as 

a the PPTN connection to the Beveridge Station and will provide a public transport role. 

4.2.5. One Mile Grid 

The Victoria Planning Provisions (Clause 56.06: Access and Mobility) states that arterial roads are to be 

provided at intervals of approximately 1.6 kilometres (one mile), with adequate reservation width to 

accommodate long term movement demand. This spacing can be adjusted to account for local conditions 

such as the presence of rivers, rail lines and significant cultural sites.  In the case of BNW this has been 

adjusted based on the topography and heritage constraints. 

The traditional ‘one mile’ grid network is very common and can be seen in many established parts of 

Melbourne’s south east and western suburbs.  It has been tested over time to provide a permeable, resilient 

and adaptable network.  Importantly, it provides transport choices between destinations and also the ability to 

adapt alternate use of road space for better network planning (i.e. general traffic, freight, PT etc.).   

The ‘one mile’ grid also provide the ability for land use precincts to be developed and communities formed.  

Recent calculations suggest that within a ‘one mile’ grid communities in the order of 8-10,000 people are able 

to be delivered with supporting schools, services and sporting facilities. 

4.3. Summary 

I support the proposed layout and spacing of the network for the BNW as it allows the PSP to achieve the 

objectives of the Transport Integration Act, the Growth Corridor Plan, the PSP and aligns with transport 

planning principles of the one mile grid. 
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5. INSTRUCTIONS 

5.1. Review of submissions 

A high number of submissions were received on the PSP which relate to the Access and Movement through 

the PSP.    In reviewing the submissions, I have grouped the submissions into key themes, which also align 

with my instructions, as follows: 

 The need for two four lane north south arterial roads through the BNW PSP 

 The alignment of RD04 (Patterson Road) being too direct  

 Provide an opinion on whether or not the design speed should be 60 or 80 km/hr. 

 Is east west connectivity over the Hume Freeway beneficial to the PSP? 

 The lot cap of 1,100 dwellings. 

A summary of my responses to key themes are provided in the following sub sections.  I note that items 1 – 3 

have some overlap and I have considered this in my response.  This discussion has been prepared in 

conjunction with the responses provided by the VPA which i consider are appropriate.   

5.2. The need for two four-lane north south arterials 

In undertaking this review, I have considered the outcomes of the network review (Section 4), the transport 

modelling outcomes (Section 3) and other elements which are explored in more detail below. 

5.2.1. Road Hierarchy (Movement and Place) 

A recent approach to designing and developing the road network is using the Movement and Place 

Framework2 which has been adopted by DoT.  The Framework seeks to “balance the needs of both transport 

users and place users and design a mix of transport modes that are appropriate to how the road and places 

are used by communities”.  I am not aware of a Movement and Place Assessment being completed of BNW 

however the principles are relevant in understanding the likely role for transport in BNW.   

The principles of Movement and Place precedes the VicRoads ‘SmartRoads’ framework which was 

fundamental in the development of Principle 2 of the Growth Corridor Plans.  Specifically, the Corridor Plans 

assigned ‘preferred routes for each transport mode across the Growth Corridors’. 

The definition of an arterial road within the Growth Corridor Plan state that they need to cater for both Public 

Transport and Freight Movements. Patterson Road straddles adjacent to the local town centre, as such it will 

likely best serve a function that aligns well with the movement of people.  This can be achieved with both 

public transport and car (passenger vehicle).   

Having regard for Principle 2 of the Growth Corridor Plan, and the alignment of the PPTN, the WNS arterial 

road is more likely to function as a vehicle and localised freight link for BNW and the surrounding PSP’s, 

connecting the communities within the NGC. 

 

 

2 https://transport.vic.gov.au/our-transport-future/movement-and-place-in-victoria 

https://transport.vic.gov.au/our-transport-future/movement-and-place-in-victoria


INSTRUCTIONS 

 

 

V190790 // 06/07/2020 

Evidence Report  // Issue: A 

Amendment C106, Mitchell Planning Scheme 22 
 

5.2.2. Network Resilience 

As discussed in Section 2.2.4, there is a strong demand for north south movement within the NGC in the 

vicinity of, from and through BNW.  The Hume Freeway currently provides for a significant amount of the 

north south movement between Wallan, Beveridge and Donnybrook Road as there are currently limited 

alternatives.   

There are two elements that determine network resilience: connectivity and reliability.  A connected network 

requires strong links between origins and destinations to facilitate travel paths.  The NGC currently has and 

will continue a high level of reliance on the Hume Freeway as development occurs and as demand increases 

is more at risk of a breakdown or blockage.   

Travel time reliability, which is a measurement of the variation of average travel time, is less variable within a 

network that has alternate routes for commuters (i.e. the network can respond).  The level of reliability on a 

day-to-day network can fluctuate due to many reasons including minor accidents, road maintenance, failures 

in traffic signalling and congestion breakdown.  With limited options for motorists in the north south direction, 

the need for alternate routes is critical. 

Resilience in the network aligns well with the ‘system wide outcomes’ of the DoT Strategic Plan which states: 

• people and goods can get where they need to go efficiently: 

• People are connected to each other and the places they work, study and relax 

• Our system is reliable, comfortable and safe. 

In providing two north south arterials at the appropriate spacing there is clear benefit to the broader network 

in providing network resilience in providing connectivity and reliability for travel through and beyond BNW.  

5.2.3. Forecast traffic demand 

I have also undertaken a comparison of the volumes obtained from the updated modelling outlined in Section 

3 of this report.  Table 5.1 has been prepared to summarise the daily volumes on the WNS arterial road, 

Patterson Road and the Northern Highway at three screenlines on the network.  

Table 5.1: Updated model daily volumes for Arterial Roads in BNW PSP (2046) 

Model 
WNS arterial 

road  
Patterson Road  

Northern 

Highway 
Hume Freeway 

Total 

North of Hadfield Road  32,160   14,660   38,450   60,360   145,620  

South of Hadfield Road   19,790   15,170   56,040   60,360   151,350  

North of Camerons Lane  32,720   27,640   n/a   116,320   176,670  

The results show that the WNS arterial road could experience between 19,000 and 32,720 vehicles per day 

within the PSP, whilst north of Hadfield Road the link is expected carry in the order of 32,160 vehicles per 

day.  Patterson Road is expected to carry in the order of 27,640 vehicles per day at the southern end and 

15,170 vehicles per day in the northern end of the PSP. 

As stated earlier in my report, the theoretical midblock capacity for when duplication is provided is 18,000 

vehicles per day (Austroads), with the ability to carry higher volumes dependent on the conditions of the road 

itself.  With Patterson Road travelling adjacent to the local town centres, schools and sporting precincts, it is 

likely to have a number of intersecting roads and short distance trips and its capacity could indeed be less 

than the 18,000 vehicles per day in some sections. 

Based on the anticipated traffic volumes, it is clear that there is a need for two north south arterial roads in 

the southern sections of the PSP.  In the northern parts of the PSP, Patterson Road is close to the Northern 

Highway which also facilitates the north south demand and is expected to carry between 38,000 and 56,000 
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vehicles per day, exceeding its theoretical capacity for a four lane road.  Reducing the capacity of one of 

these roads will result in further pressure and congestion for motorists on the Northern Highway. 

5.2.4. Summary  

Having regard for the discussion provided, it is my opinion that there is a clear need for two four-lane north 

south arterial roads in the BNW PSP based on: 

• The ability to provide a network that has clear distinction/separation between the characteristics and 

roles of the Patterson Road and the WNS arterial road in terms of freight and vehicle movement. 

• The ability to safeguard the north south network in its ability to provide additional public transport 

services for the NGC. 

• There is a need to provide network resilience for the anticipated north south movement.  Planning for 

the Hume Freeway is not yet clear in terms of the level of investment from Government and this will 

assist in the network reliability. 

• The capacity of the network at the northern end of the BNW PSP is likely to be insufficient for the 

anticipated north south demands should only one arterial road be provided. 

• The WNS arterial road and Patterson Road are estimated to carry in the order of 46,820 vehicles per 

day (Table 5.1) requiring four lane cross sections each. 

In summary, it is my view that there is a strong need to maintain two north south arterial roads within the 

BNW PSP. 

5.3. Can the western arterial be 80km/hr? 

In answering this question, it is important to understand the role and function of the arterial road.  According 

to the Growth Corridor Plan, the WNS arterial road does not include a description or provision as to its role 

and function (i.e. PT or freight route).  I note that this has been documented in the Beveridge Central PSP 

which indicates that Patterson Road is to include the PPTN. 

Within the BNW PSP the WNS arterial road includes curvature along its route which is likely a result of 

topographic, heritage and other elements impacting its alignment.  It has the ability to be delivered as a bus 

capable road with off road cycle paths along its length, with a desirable speed of 60km/hr.  Increasing the 

speed of the WNS to 80km/hr in would result in some design modifications in terms of the alignment 

geometry and intersection treatments (deceleration lane lengths etc.).   

A defining characteristic of the BNW PSP is that it does not include a Major or Principal Town Centre within 

the Urban Structure, rather, it does include a number of local town centres however the WNS arterial road 

does not pass through or connect directly to a local town centre.  As such the role and function of the WNS 

arterial road in my view is that it should service a dual function which is firstly to provide a link to the 

connector streets servicing the residential areas, and secondly to connect the key destinations within the 

NGC of Wallan in the north to the OMR and Merrifield to the South.  The DoT has indicated its intention for 

this link to perform a sub-regional role for the movement of Freight.  

The other north south arterial through the BNW PSP, Patterson Road, will provide a similar function however 

it does travel adjacent to the local town centre and mixed-use precinct, as well as passing through the 

walkable catchment.  It is appropriate that Patterson Road would operate at a speed of 60km/hr 

The updated modelling (refer to Figure 3.2) suggests that increasing the speed limit to 80km/hr would attract 

additional demand and it is therefore would facilitate its role as a sub-regional link.  Increased traffic demand 

of the WNS arterial road will also provide broader resilience as an alternate to the Hume Freeway, potentially 

decreasing its congestion.   
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In terms of performance, I have also interrogated the volume to capacity ratio (VCR) for the respective links in 

the Base Case and 80km/hr scenario which is shown in Figure 5.1. 

Figure 5.1: Updated modelled scenario Volume to Capacity Ratio PM Peak (2046) 

    

The VCR is a measure of the level of congestion on a road given the traffic volume and road capacity.  A road 

that exceeds a VCR or greater than 1 indicates that it is operating above its theoretical capacity.  Figure 5.1 

shows that with the introduction of the 80km/hr the links within BNW will increase their VCR however will still 

be below 1.0. 

From a design perspective, there may be an impact on the alignment of the road however I am comfortable 

that these can be addressed as part of detailed design phase.  No sensitive uses are planned to be adjacent 

to the WNS arterial road whereas Patterson Road abuts schools and sporting facilities so it is appropriate that 

it is 60km/hr. 

Having regard for the discussion in this section, it is my view that an 80km/hr is able to be supported, 

particularly if it is intended to support its function as a sub-regional role.   

5.4. Is the alignment of RD04 (Patterson Road) too direct? 

In determining if the alignment of RD04 (Patterson Road) is too direct, I have investigated the role and 

purpose of the arterial road network in the context of the growth corridor planning in the following sub 

sections. 

5.4.1. Purpose 

The DoT (VicRoads) states that the purpose of an arterial road is to provide “a principal route for the 

movement of people and goods…” between destinations.  The most efficient way is to meet the desired 

purpose is to provide a direct and reliable route similar to RD04 (Patterson Road).  

Updated Base Case WNS @ 80km/hr scenario 
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5.4.2. Growth Corridor Plan 

Section 3.2 of the Growth Corridor Plan includes the following principles in planning urban areas within the 

broader transport network: 

• Locating town centres on intersections with secondary arterials, wherever possible. Such centres 

should not straddle arterial roads; 

• Arterials should have the capacity to be divided by a median with potential boulevard treatment where 

appropriate; 

• Public transport priority at intersections should be considered on all arterials, as appropriate; 

• Opportunities for pedestrians to cross arterials will generally be provided at every major intersection and 

at PPTN stops in locations of high activity 

A key feature of the alignment of RD04 (Patterson Road) is that it is: 

• Located adjacent to the local town centre of the BNW PSP 

• Will connect the Beveridge Central and South West PSP’s to Wallan South through BNW, travelling 

adjacent to the local town centre. 

• Provides a link from the local town centre to Patterson Road south of BNW which is part of the Aitken 

Boulevard PPTN that connects Merrifield to Beveridge Central.   

The ability to link public transport from Wallan and the surrounding area to the Principle Public Transport 

Network (PPTN) is critical to achieving a connected BNW PSP and NGC.    

5.4.3. Alignment with ‘One Mile Grid’ 

The NGC is typified with a mix of undulating terrain and ecological heritage constraints that define the 

alignment and of the transport network.  The ability to an arterial road network that aligns with a (one mile) 

grid network is rare within the NGC.   

The network for BNW is consistent with the ‘one mile grid’ approach to planning.  Section 4 of my report 

discusses the approach which is also reference in Section 3.2 of the Growth Corridor Plan.  Figure 5.2 is an 

extract of the of the principle approach to the development of the road hierarchy. 

Figure 5.2: Growth Corridor Plan Arterial Road Layout (Principle 2) 
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The arterial road network provided in BNW aligns well with the one mile grid network shown in Figure 5.2 and 

is provided in a clear grid pattern with 1.6km (1 mile) arterial road spacing and a connector road network 

facilitating the urban development of the PSP.    

5.4.4. Summary  

Having regard for the transport planning principles, in particular Principle 2 of the Growth Corridor Plan as 

well as the DoT (VicRoads) definition of an arterial road, it is my view that RD04 (Patterson Road) is not too 

direct and the alignment is suitable as it is able to support its broader objective of facilitating the movement of 

people within the NGC for both on road and public transport modes.   

I am also satisfied that the alignment of the two north-south arterial roads is appropriate as they meet the 

objectives of Principle 2. 

5.5. Does the PSP appropriately design for east west connectivity? 

The 2012 Northern Growth Corridor Plan (and subsequent revisions) shows an arterial road crossing over the 

Hume Freeway. This has subsequently been left out of the PSP, despite an annotation on Plan 9 (Public 

Transport and Path Network) showing that a potential crossing may be provided.  The assessments that has 

been undertaken by my office for the BNW PSP in 2018 did not consider a link across the Hume at this 

location.    

In order to understand the regional benefit to providing a link across the Hume Freeway, I have interrogated 

the updated modelling for the scenario with the Hume Freeway crossing.   

Table 5.2 has been prepared to show the volumes on some of the key roads within the PSP with and without 

the link (these are also shown graphically in Figure 3.3).  

Table 5.2: Updated model daily volumes for Arterial Roads in BNW PSP (2046) 

Model 
WNS arterial 

road  

Patterson 

Road  

Northern 

Highway 

Hume 

Freeway 

 Camerons Lane  

(east of Hume 

Freeway) 

Hadfield Road 

(east of Northern 

Highway) 

 Base Case 

North of Hadfield Road  32,160   14,660   38,450   60,360   

22,930 24,420 South of Hadfield Road   19,790   15,170   56,040   60,360   

North of Camerons Lane  32,720   27,640   n/a   116,320   

 Hume Freeway Connection 

North of Hadfield Road  32,160   14,960   38,220   60,420   

21,350 21,290 South of Hadfield Road   19,530   12,800   56,040   60,420   

North of Camerons Lane  32,780   25,440   n/a   116,390   

 Difference 

North of Hadfield Road  6  -300   226  -69   

-1,580 -3,130 South of Hadfield Road   258   2,374  -3  -69   

North of Camerons Lane -56   2,194  n/a -72   

The modelling shows that the key changes in volumes across the network occur on Patterson Road within the 

PSP.  Outside of the PSP the changes in volumes are approximately 12% on Hadfield Road and 7% on 

Camerons Lane which are consistent with daily fluctuations on the network.  
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BNW does not include a train line and there will be a need to link BNW with the Wallan train line for longer 

distance PT trips.  I am aware of early planning by the private sector for the Beveridge North East PSP which 

are seeking to progress the planning for the PSP and are pursuing the introduction of a new railway station 

north of Beveridge Station, which may in turn increase the attractiveness of the cross freeway connection.  At 

the time of the preparation of the BNW PSP there was no contemplation of the development of the Beveridge 

North East and I understand why the link may have been removed from the BNW PSP planning.   

The updated modelling shows that the provision of a new link across the Hume Freeway will serve a local 

benefit to the BNW PSP and its residents seeking access to the Wallan rail line and employment opportunities 

at BIFT and its inclusion within the BNW is supported from a transport perspective.  As the link is likely to 

provide a local function, consideration could be given to providing the link as an active transport or public 

transport link as this will further encourage the use of alternate transport modes.  

In considering whether or not the PSP appropriately designs for east west connectivity, I have reviewed the 

VCR plots for the PM peak with and without the link over the Hume Freeway.  These have been reproduced 

in Figure 5.3. 

Figure 5.3: Updated modelled scenario Volume to Capacity Ratio PM Peak (2046) 

    

The modelling shows that there will be a minor benefit to Camerons Lane and Hadfield Road with reduced 

levels of VCR in the vicinity of the Hume Freeway interchanges.  Without the additional crossing of the Hume 

Freeway, the network within BNW will still be able to function well with all links experiencing a VCR of less 

than 1.0. 

In summary, a new link across the Hume Freeway will provide transport and social benefit to the community 

and is supported.  It is my view that further work should be undertaken with both local and state Government 

to determine the quantum of network and community benefit that the link will provide, which could include 

investigating as part of any upgrade to the Camerons Lane interchange. 

Updated Base Case Additional crossing scenario 
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5.6. Should the lot cap of 1,100 dwellings apply to the PSP? 

I understand that the DoT are seeking to apply a limit on the number of dwellings that can be developed in 

BNW before a referral is triggered.  I understand that the purpose of this is that is seeks to safeguard the 

current Lithgow Street Interchange. 

At present, a planning permit application is referred to the DoT (as the referral authority) for a new access to 

the arterial road network is proposed or (amongst other triggers) where council believes the referral authority 

might have an interest in the proposal.  Whilst the 1,100 lot cap will apply to the BNW PSP, it primarily relates 

to development that requires access to Camerons Lane as development of the northern extent of the PSP will 

require access via Hadfield Road.  There are a number of considerations with the development of Hadfield 

Road including its connection to the Northern Highway and as such this will also trigger a referral to the DoT.  

The delivery of an interchange at Camerons Lane and the decommissioning of the Lithgow Street 

Interchange was identified in the Hume Freeway Corridor Strategy which was endorsed by the DoT (then 

VicRoads) in 2012.  The reasoning for an upgrade is that the Lithgow Street interchange, which currently 

provides north and south facing ramps connecting to the Hume Freeway, has both capacity and safety 

limitations.  The interchange was originally built to a rural standard and the underpass at Lithgow Street is 

narrow and is unsafe for both cars and pedestrians.   

It is possible that some interim measures at Lithgow Street could improve its shortcoming until the 

construction of the Camerons Lane Interchange.  Investment in these upgrades will need to consider timing, 

with the Camerons Lane upgrade required for the development of the BIFT.   

Having regard for the fact that a referral to DoT in this instance is not out of step with the current planning 

triggers, I am comfortable with the inclusion of the 1,100 lot cap in the schedule to the Amendment to 

safeguard the safety and performance of the network. 
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6. SUMMARY OF OPINION & 

OTHER STATEMENTS 

6.1. Summary of opinion 

On the basis of the information set out within this report, I note the following: 

 The modelling prepared as part of the December 2018 report has been updated to reflect the current 

yield for BNW which has been documented in this report.   

 The updated modelling shows that the demand on the network is higher than what was presented in the 

2018 report, which is due to more detail and understanding of the Wallan South PSP, higher population 

projections in BNW PSP and higher population forecasts for broader Melbourne. 

 The proposed layout and spacing of the network achieves the objectives of the Transport Integration 

Act, the Growth Corridor Plan, the PSP and aligns with transport planning principles. 

 There is a clear need for two four-lane north south arterial roads through the PSP based on the road 

user hierarchy and intended function of the road, network resilience and the anticipated traffic volumes 

on the network. 

 I support the WNS arterial road at an 80km/hr design speed, particularly if it is intended by Government 

to support a sub-regional role. 

 The alignment of RD04 (Patterson Road) is not too direct as it supports its broader objective of 

facilitating the movement of people from BNW to communities within the NGC. 

 A new link across the Hume Freeway will provide transport and social benefit to the community and is 

supported.  It is my view that further work should be undertaken with local and state Government to 

determine the quantum of network and community benefit that the link will provide. 

 I am comfortable with the inclusion of the 1,100-lot cap in the schedule to the Amendment to safeguard 

the safety and performance of the network. 

 Overall, I do not see why from a traffic and transport perspective that the Beveridge North West Precinct 

Structure Plan should not be adopted and support its inclusion in the Mitchell Planning Scheme. 

6.2. Declaration 

I have made all the inquiries that I believe are desirable and appropriate and that no matters of significance 

that I regard as relevant have, to my knowledge, been withheld from the Panel. 
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1 Reece Humphreys Resume 2020 * [non GTA project] 

REECE HUMPHREYS 
Director 
 

BE, Civil, 

Victoria University 2000 

 

 

MY STORY   
I have a Bachelor of Engineering degree and almost two decades’ experience 

spanning transport planning, transport modelling, transport engineering, traffic 

engineering, land use development and strategic assessments. This experience 

covers a mixture of assignments ranging from traffic and transport modelling on 

large-scale projects in Melbourne and Sydney to transport planning, engineering 

analysis, and advice on projects across Australia.  

I have also completed several projects for the Department of Transport (Vic), 

VicRoads and the NSW RMS that include a series of large regional transport 

models, strategic corridor planning, congested corridor management and transport 

corridor planning. I have provided expert evidence for both Government and the 

private clients, as well as on several high-profile transport corridor and growth area 

panels. I also play an active role in industry organisations; I am the Vice President 

of the AITPM Victoria Committee and am an inaugural member of the National 

Council of Transport Modellers Network.  

 ‘I’m an experienced professional 
who applies a personable 
approach to developing holistic 
solutions to complex transport 
issues’ 

SELECTED PROJECT EXPERIENCE  SKILLS & EXPERTISE 
Suburban Roads Project - Victoria 

Role: Technical Director (Transport) 
The Western Roads Upgrade is a $1.8 billion project that will deliver a combination 

of road widening, duplications and intersection upgrades on eight arterial roads in 

the western suburbs.  GTA is part of the Netflow consortium that was successful in 

delivering the project. As Technical Director, Reece was responsible for leading 

the traffic and transport analysis of the eight corridors which comprised 48 

intersections and freeway interchanges. The work completed through the bid 

phase included a range of solutions that resulted in the submission having no 

departures from the scope requirements, resulting in a successful award for  the 

consortium. 

Western Growth Corridor – Transport Network Plan 

Role: Project Director  
GTA completed the Strategic Transport Modelling of the Western Growth Corridor 

in Melbourne, which is forecast to accommodate an additional 500,000 people in 

the next 30 years. The project investigated short and medium-term transport 

improvements as well as a range of public transport enhancements designed to 

improve people’s journeys on a day to day basis. The project was completed for 

the City of Wyndham and City of Melton who will experience the majority of the 

predicted growth. Leading the delivery of the project drew upon Reece’s extensive 

range of experience in preparing transport assessments of PSPs and 

developments within Melbourne’s growth corridors, including an understanding of 

the transport challenges that growth brings. This work was completed in close 

consultation with the Department of Transport (formerly Transport for Victoria) and 

VicRoads.  

 

 • Transport Planning 
• Transport Modelling (strategic and 

operational) 
• Transport Engineering 
• Corridor and Area Traffic Management 

Project Development and Design 
• Network Management and Optimisation 
• Peer Review and Expert Witness 

 

ACHIEVEMENTS 

“Developing a Framework for modelling 

regional Australian cities”, AITPM National 

Conference 2019 

“Latest Developments in Australian 

Modelling”, NZ Modelling User Group, 

2014 

“Transport Planning or Land Use – Who 

Controls What?”, AITPM National 

Conference, 2015 

“Young Engineer of the Year”, Finalist, 

Engineers Australia, 2012 

 

MEMBERSHIPS AND 

AFFILIATIONS 

AITPM Committee Member (VIC) 

Victorian Vice President 

Engineers Australia (MIEAust) 



 www.gta.com.au 

 

 

 

 

 

 

 

 

 


